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1.0 Plan Overview and Priorities

A
new century approaches. What kind of future can we in
the city of Saint Paul expect? How will we sustain our eco-
nomic viability in a changing region? How will we pre-

serve the traditional neighborhoods of which we are so proud?
How will we retrieve those parts of the community dangerously
close to irreparable deterioration? How will we break down the
walls of social and economic isolation that surround too many of
us? How will we foster the sense of community and civic engage-
ment essential to a healthy city future? 

To a certain extent, these are questions of connections — how they are
made and how they are maintained. They are questions for which trans-
portation becomes part of the answer. Only if we understand the impact —
good and bad — that transportation decisions have on these crucial con-
cerns, can we make wise choices. 

The City of Saint Paul Transportation Policy Plan has been developed to pro-
vide guidance for future City decisions about streets and traffic, parking, tran-
sit, bicycling, pedestrian ways, and, to a lesser extent, land use and develop-
ment. The plan presents a three-part strategic vision for transportation:

Strategy 1, Travel and System Management, is to ensure that
Saint Paul’s transportation system works technically, with better balance
between travel demand and street capacity, so that Saint Paul citizens may
enjoy reasonable mobility, access and safety. Strategy 1 recommends: 

◆ Travel Demand Management: Less growth in demand on the street
system, through better transit service and a variety of supports for less
travel and more use of alternatives to single-occupancy automobiles.

◆ Street Capacity Management: Best use of existing transportation
infrastructure through traffic management, judicious system improve-
ments in support of community objectives, and care to alleviate the
impacts of a busy system on residents and pedestrians.
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Strategy 2, Neighborhood Quality and Economic
Development, is to ensure that Saint Paul’s transportation system works
for the community, that it is integral, not intrusive, and that it protects and
enhances neighborhoods and supports economic development. Strategy 2
recommends: 

◆ Neighborhood Protection: Easing of traffic intrusion, congestion, mis-
behavior, and noise in neighborhoods; a neighborhood-based traffic
management process. 

◆ Neighborhood Enhancement: Design
and management of transportation infra-
structure and services to strengthen neigh-
borhood integrity and character. 

◆ Economic Development:
Transportation investments in support of
business development and job creation and
retention in Saint Paul. 

◆ Downtown Revitalization and
Riverfront Development: Focus on the
downtown, including the riverfront, as a
complex and critical area, with special
street, traffic, parking, transit and pedestri-
an needs and opportunities.

Strategy 3, Travel Mode Choice, is to ensure that Saint Paul’s trans-
portation system works for individuals, so that different modes of travel
comfortably co-exist and individual modes of choice are well-accommodat-
ed. Strategy 3 recommends: 

◆ Transit Improvement: Recapture of transit ridership, with service to
transit-dependent as a first priority, through promotion of funding and
service delivery improvements. 

◆ Bicycle System Development: A comprehensive system of routes and
facilities for biking. 

◆ Pedestrian Safety and Comfort: Improvement of the pedestrian expe-
rience through streetscape design, and sidewalk installation, repair and
maintenance. 

◆ Accessibility: Removing barriers to mobility experienced by persons
with disabilities.
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◆ Safe, Sensible Automobile Use: Keeping the most prevalent travel
choice — by automobile — a safe one and encouraging higher vehicle
occupancies.

The physical aspects of the City’s transportation vision are presented in a
Physical Plan comprising a street plan, truck route map, riverfront develop-
ment concept map, illustrations of traffic management techniques, pro-
posed transit corridor map, and bikeway plan (pp. 37-49).

Priorities

Each of the policies proposed in this Plan is intended to serve a strategic
focus. Certain policies stand out as the highlights, however, because they
can do the most to achieve Plan objectives. Singling out these policies in no
way suggests that the remaining policies should not be fully implemented
by the City, but rather gives guidance for assignment of resources to Plan
implementation.  

The highest transportation priorities for Saint Paul are listed below.
Relevant policies are referenced by number in parentheses.

◆ Significantly Improve Transit. Transit service in Saint Paul has deterio-
rated, does not compete well with the automobile as a travel option for
many who have a choice, and often fails to adequately serve the critical
travel needs of those who depend upon it. The system demands serious
restructuring and resource allocation if it is to fulfill its potential.
Making transit an attractive, viable travel option will address growing
demand for travel, extend the capacity of our existing street system,
conserve fossil fuels, support urban development patterns, and improve
access to employment and services for those who most need it.
Furthermore, a good transit system is absolutely essential for Saint Paul
to realize its competitive advantage as a quality place to live and do
business. The Plan calls for:
- better transit funding (policy 73) 
- a redesign of the transit system, with excellent service in transit 

corridors, neighborhood transit centers, and neighborhood 
circulators (policy 74). 

◆ Enhance the Neighborhood Environment. Physical improvement of
the street and pedestrian environment in Saint Paul neighborhoods,
including its downtown, results in greater investment (financial and
emotional) in the community by citizens, betters public safety, and sup-
ports the business community. The Plan calls for:
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- completion of the residential street repaving program (policy 41) 
- streetscape design guidelines (policy 38) 
- additional sidewalks (policy 88) 
- general improvement of the pedestrian environment (policies 58 

& 94). 

Traffic intrusion into neighborhoods and threat to pedestrian safety are 
serious concerns for many Saint Paul residents. The Plan calls for:
- traffic “calming,” or slowing, to discourage through-traffic and 

enhance the sense of safety for the pedestrian (policies 26 & 27). 

◆ Influence Regional Development Patterns. Transportation in Saint
Paul has become increasingly regional in nature in recent years as the
average distance between home and work has grown. The nature of
new development in the region — low density, with uses segregated —
has furthered the reliance on the automobile. These regional land use
patterns have been supported by transportation decisions made at the
state and regional level. For the City to effectively influence the future of
its own transportation system, it must work to effect change regionally.
The Plan calls for: 
- regional development and transportation policies that support alter-

native modes, reduce trips, and discourage sprawl (policies 6 & 50). 
- participation in regional road and transit planning to improve access 

in support of economic development (policies 49 & 51).

◆ Rationally Manage Traffic on City Streets. The City has made a huge
investment over the years to make its collector and arterial system
work as well as it can to move traffic while protecting neighborhoods

from unnecessary intrusion. So it
may continue to do so, the Plan
calls for:
- use of traffic controls, design 

practices and land use policies 
to protect the internal integrity 
of the system (policy 11),

- protection of the system 
from further regionaliza-
tion (policy 16).
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◆ Add to the System Where Critical. While the
system is largely built, some road capacity
improvements are advised in order to support
economic development and/or to avoid or
correct serious congestion. Major projects
include: 
- Phalen Boulevard (policy 47)
- infrastructure in support of riverfront 

development (policy 69).

The Plan takes no position on Ayd Mill Road,
other than to support implementation of what-
ever decision results from the current study process (policy 20).

◆ Carefully Manage Neighborhood and Downtown Parking. Dealing
with automobile parking needs, without undermining the objective of
encouraging alternatives to automobile use, is a challenge. The Plan
calls for:
- continued land use regulation to address parking issues (policy 36)
- continued use of permit parking (policy 36)
- management and marketing of existing downtown parking(policy 61)
- construction of new downtown parking to meet demonstrated 

demand in the west core (policy 61).
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2.0Introduction

Saint Paul is going somewhere as a city. Where it ends up depends, in
part, upon the public choices that are made about the roads, transit ser-
vices, bikeways, and pedestrian ways that make up the transportation sys-
tem, and how local and regional development determines and is served by
that system. 

At this point in the journey, Saint Paul’s competitive advantage in the Twin
Cities metropolitan region is found in the combination of its neighborhood
quality, natural features, institutions and vast potential for economic devel-
opment due to the existing critical mass of industry, opportunity to recycle
land, and large labor force. If this advantage is maintained and built upon
(in part through the design and operation of the transportation system), it
can sustain the city into the future. 

But this advantage is being undermined by the disinvestment in the transit
system and continued pressures for low-density residential and business
growth in the suburbs. The city is also faced with aging infrastructure, limit-
ed resources, and growing and competing needs.

With these challenges in mind, the City has developed this Transportation
Policy Plan to guide its choices as it enters the next century. The Plan will
be used by City officials to decide where to spend public monies, how to
best use City personnel, and how to promote Saint Paul’s interests in
regional transportation decisions. 

Together, with other elements of the
City’s comprehensive plan, the Plan
will guide us to make wise public
choices that will lead Saint Paul to
where we want it to be for ourselves
and our children.
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Saint Paul is a city with over 900 miles of streets used by drivers, transit
riders, cyclists, and pedestrians. It is an old city where most of the major
streets have been in place for over fifty years. It is a city mainly developed
for the pedestrian and streetcar lifestyle, now coping with the present-day
reality of auto dependence, highly-mobile lifestyles, regional growth,
socioeconomic division and isolation, and telecommunication revolution. 

It is a city where taxpayers feel pressured and for which federal and state
resources have diminished. It is a city where making public investment
decisions wisely has never been more important.

Goals  

A safe, efficient and enjoyable journey begins with a destination. There are,
of course, countless individual hopes and expectations for the city.
However, public forums through time, and specific to this transportation
planning process, have revealed some sense of community vision held by
Saint Paul’s citizens. Within this broad vision are goals of particular impor-
tance for this Transportation Policy Plan. 

1. Saint Paul will have safe, enjoyable neighborhoods. Our strength is
in our neighborhoods. The Plan sees a city where neighborhood integrity is
respected and where people feel secure and satisfied where they live, work,
shop, and play.

2. Saint Paul citizens will enjoy reasonable mobility. Our citizens not
only are accustomed to the pace and ease of travel, they often depend
upon it. The Plan recognizes the desire and need our people have to main-
tain good mobility in support of their business and personal lives.

3. There will be good accessibility to support economic development
of the city. Saint Paul must have a strong commercial/industrial sector to
provide jobs, goods, and services for residents and to ensure a healthy,
diversified tax base in support of schools and community services. The Plan
envisions a city with good access between businesses and their customers,
materials and workers. 
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4. The city’s system will fit well within the regional system. Saint Paul
is an old city in a large, expanding and complex metropolitan region. The
Plan sees a city that has a strong individual identity, but that contributes to,
and benefits from, the viability of the region as a whole.

5. Saint Paul citizens will have choices. People get around in many
ways — on foot, by bicycle, using wheelchairs, on the bus, in automobiles.
The Plan imagines a city where these different modes comfortably co-exist
and where one’s mode of choice is well-accommodated.

Premises for Planning

The point of departure for this Plan was a thorough study of traffic volumes
and patterns, street capacity, function and operations, neighborhood safety
and enjoyment, business and residential access needs, transit issues,
demand for and barriers to bicycling, and pedestrian concerns. We also
took a look around the bend to forecast future conditions.

The key points of this study effort are presented here. 

1. A certain incompatibility between the automobile and city life is a
given. Saint Paul is a mature city with a street system built largely for a dif-
ferent age. The compactness and mix of land uses that define our urban
experience also serve to intensify the effect of automobile noise, emissions,
bulk, and potential danger, at the same time as the city’s central location
makes it a crossroads for regional traffic.
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We experience this conflict in the pervasive noise related to traffic, espe-
cially trucks, throughout the city, in the persistence of parking congestion in
many neighborhoods and parking inadequacy in portions of the downtown,
and in the need to be vigilant about local air quality, lest the carbon
monoxide standard exceedances of the 1980s return. In a more qualitative
way, we experience the negative consequences of automobile-oriented
infrastructure and lifestyle on neighborhood social interaction.

The growth and regionalization of traffic on our built system has resulted in
streets operating at a higher function than originally anticipated and at
higher volumes than that for which they were originally designed. 

2. Automobile traffic volumes on Saint Paul streets have increased
substantially faster than the rate of local or regional population
growth and now exceed the street capacity to adequately accommo-
date them in several parts of the system. Saint Paul streets have seen a
significant increase in vehicular traffic over the past several decades. In the
1980s, daily traffic volumes increased an average of three percent a year.

Traffic volumes have increased faster than regional population for several
reasons. There are more households with more than one wage-earner,
more households own more cars, the number of trips people take per day
has increased, vehicle occupancy is low (and, in fact, has declined in recent
years), fewer people take the bus, and development patterns and public
policy encourage automobile use.

Where volumes exceed capacity, motorists are more likely to seek other
routes through neighborhoods not suited for additional traffic, the likeli-
hood of accidents is higher, access is impeded, and the potential for nega-
tive local environmental impact exacerbated.

3. Traffic growth will continue through this decade, though at a slower
rate. The automobile is expected to remain the dominant travel mode in
the region and the city in the next several years, if only due to the sheer
magnitude of existing investment in automobiles, auto-oriented infrastruc-
ture, and auto-dependent development patterns.

We project that traffic in Saint Paul will increase at about half the rate it did
in the past decade. There is a logical limit to some of the trends that drove
the traffic increases of the recent past (the growth in workers and vehicles
per household and the decline in vehicle occupancies), and suburbanization
of jobs is expected to continue to shift some travel away from the central
cities.
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However, the region, including its eastern part, will continue to grow, and
Saint Paul will continue to be a destination and a through-way for many. As
a result, traffic levels will increase, albeit at a slower pace than the past.

Expected traffic volumes will result in peak hour congestion at a variety of
locations throughout the city.

4. While vehicular travel has become generally safer in recent years,
driver behavior has deteriorated. Even as traffic volumes have increased
in Saint Paul, the number of traffic accidents has declined. Despite this
quantifiable improvement in traffic safety, many city residents perceive
more danger in their neighborhoods due to increased volumes and, in par-
ticular, to the increased incidence of speeding and other traffic violations in
neighborhoods.

5. There are limits to capital solutions. Past transportation plans have
usually addressed traffic congestion and access problems with capital solu-
tions — increasing the system’s physical capacity. This Plan recognizes that
travel demands can no longer be met by adding street capacity alone. The
financial and political costs are too high, and the potential for community
disruption, particularly in a built city like Saint Paul, is too great. 

While physical improvements are still important, especially where access
and congestion-relief benefits are significant and disruption is limited,
alternative measures will be needed to adequately deal with travel demand.

6. Transit, a travel option compatible with urban development forms,
has suffered significant disinvestment in the last several years. It does
not fulfill its potential as a travel choice for those who have an economic
and physical choice; mobility and accessibility for persons who depend
upon transit is getting worse. Bus ridership has dropped significantly on
Saint Paul-oriented bus routes since 1980. Current bus service best serves
work trips that stay in Saint Paul, but is not well-matched to the desire for
travel between some neighborhoods or to and from adjacent communities. 

People are discouraged from taking the bus by the relative infrequency and
slowness of service, difficult schedules and confusion about routes, fear for
personal safety, and the desire to make stops on the way home from work.

Those who depend upon transit for access to employment and services are
the ones who have been most hurt by disinvestment in transit, both in the
region generally and in the core service area particularly, and by reductions
in off-peak service. 
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7. Much more can be done to serve bicyclists and pedestrians. The
availability of bike lanes and parking has a greater influence on how popu-
lar biking is for transportation purposes than do other considerations such
as the weather. There are currently few exclusive on-street bike lanes or
secure, element-protected parking options for bicycles in Saint Paul.

About 150 to 200 miles of street frontage in Saint Paul do not have side-
walks. This is a particular concern on routes to schools, parks and play-
grounds, and transit stops, and where it affects children and persons with
disabilities. Many property owners do not want sidewalks for reasons of
cost, maintenance responsibility, or aesthetics. Where sidewalks do exist,
poor snow and ice removal is a persistent problem. Even where safe pedes-
trian ways are provided, the physical environment for walking is often
uninviting.

8. Regional transportation patterns, policies and investment have
profound impact on Saint Paul’s system. Saint Paul will be directly
affected by where and how regional highway and transit investments are
made, as well as by regional land use decisions. In addition to these broad
systemic influences of regional policy on Saint Paul is the explicit require-
ment that the City’s plans conform with regional plans. That currently
means that, in order for this Plan to conform to the metropolitan trans-
portation plan, it should provide for a minor arterial system that will keep
short trips off the metropolitan highway system, provide for queuing of
vehicles at meters and bypass ramps, and plan for alternatives to private
auto use.
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Objective: Travel Demand Management 

Encourage people to fulfill life’s needs and wants with fewer and
shorter trips and to use alternatives to single-occupant automobiles
for travel. Stress cost-effectiveness in this effort, targeting actions to
accomplish the most in terms of congestion relief and provision of
choice to Saint Paul residents and workers. 

This approach is known as “travel demand management” (TDM). TDM
measures include transit, carpooling, bicycling, walking, telecommuting,
and flexible work hours. The City should promote these measures at both
the local and regional level.

TDM should be pursued because:
◆ it is less costly than accommodating more traffic through capital

improvements, 
◆ it has less impact on the environment,
◆ it supports Saint Paul’s land use and economic development objectives, 
◆ it supports the goals adopted by the City for the Urban Carbon Dioxide

Reduction Program, and 
◆ it contributes to regional transportation goals.

TDM must be applied strategically because:
◆ regardless of reasonable efforts to the contrary, strong preference for

auto travel will continue, 

4.0Strategy 1.
Travel and System Management

A System that

works technically.

The City of Saint

Paul will work to

better balance travel

demand and street

capacity in order to

provide reasonable

mobility, access and

safety for its citizens.
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◆ the most important influences on travel behavior
(fuel prices, transportation funding, lifestyle choic-
es) are beyond City control,

◆ cities with aggressive TDM programs created and
sustained them in response to serious traffic con-
gestion and air quality problems; Saint Paul’s con-
gestion is limited to relatively few locations and
times of day, and

◆ lacking these critical problems, it is very difficult to
sustain community support for present hardship
(short-term traffic congestion, higher taxes on fuel,
higher parking prices, mandates on local business)
in hopes of long-run reductions in single-occupan-
cy travel.

Policies

1. The City should work with regional transit agen-
cies to secure transit service, especially a redesigned
and adequately funded bus service, that better
serves the needs of citizens in all parts of the city.

2. The City supports expansion of the Metro Transit Rideshare carpool/
vanpool rider matching and preferential parking program and supports
Metro Transit‘s Guaranteed Ride Home program for transit riders.

3. The City should work with other agencies to invest in infrastructure 
and system management that support transit, carpooling, biking, and
walking. 

4. The City should guide land use development of the city in ways that
reduce trips and promote use of alternative modes of travel.  

5. The City should ensure that its land use controls and other regulations
do not unreasonably interfere with telecommuting.

6. The City should strongly promote regional development and trans-
portation investments that support alternative modes and reduce trips, in
particular, a better regional jobs/housing balance, and control of sprawl
through restricted growth in transportation capacities.

7. The City should work with other public agencies and the private sec-
tor to market transit, carpooling, biking and walking, as well as flexible
work hours and telecommuting. 
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8. The City should promote voluntary provision of TDM incentives by
private employers. 

9. The City should lead by example, by promoting transit, carpooling,
biking and walking, and flextime and telecommuting for its own 
employees.

10. The City should monitor the development of new technologies that
provide TDM opportunities.

Objective: Street Capacity Management 

Design and operate the street system to channel through-traffic to
parts of the system best suited for it, by maintaining and reinforcing a
hierarchical street system of arterials, collectors and local streets. Add
capacity where critical. Alleviate threats to resident and pedestrian
safety, health, and accessibility on busy streets.

The system should continue to be managed using a hierarchy because: 
◆ it is a rational way to deal with continued regional traffic pressure on

Saint Paul’s limited system,
◆ it acknowledges that through-traffic belongs on arterials and that local

traffic belongs on local streets,
◆ it provides a basis for planning street design and operations, and
◆ it links land use and transportation planning.

Capacity improvements should continue to be made, but judiciously,
because:
◆ resources are limited,
◆ critical congestion/safety problems cannot always be addressed with

operational solutions, and
◆ system improvements can support other community objectives, particu-

larly, economic development.

Positive efforts to maintain a reasonable quality of life along streets which
carry through-traffic should be made because:
◆ street function and land use are sometimes a poor match in Saint Paul, 
◆ it is important to acknowledge that the public decision to manage traffic

in a hierarchical fashion protects parts of some neighborhoods at the
expense of others, and 

◆ the health and welfare of all residents is valued, regardless of where in
the city they live.
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Policies

11. The City should use traffic controls, enforcement, design practices, and
land use policies to maintain the current function of streets, especially
relative to one another, as designated and defined in the functional
classification map (p. 33), specifically ensuring use of arterials (princi-
pal, minor A and minor B) for longest trips, collectors for intermediate
and local trips, and local streets for local access. 

12. The City should ensure that management of traffic, in accordance
with the functional classification of streets, is done in ways that dis-
courage increased volumes and speeds, and protect pedestrians and the
neighborhood environment.

13. The City should assemble, for internal agreement and external com-
munication, the set of traffic engineering and urban design principles
that guide the design and use of the street right-of-way as determined
by street classification, right-of-way availability, traffic volumes, safety
standards, and land use.

14. The City will follow the new urban State Aid design standards for
appropriate parts of the system which will result in most streets recon-
structed to be narrowed to more appropriately accommodate pedestri-
ans and help calm our urban traffic.

15. The City will continue to work with the State to secure State Aid rule
changes to provide more flexible standards for streets with less than
3,000 average daily traffic, so that the street design may better meet the
pedestrian and neighborhood needs of the urban environment.
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16. The City should emphasize traffic system management (TSM) and
TDM policies, particularly at the regional level, to protect the functional
classification of streets in Saint Paul against further upgrade overall.

17. The City should work with the State to minimize the negative effect
on Saint Paul streets of freeway ramp metering. This should be done
through the use of Intelligent Transportation Infrastructure (ITI) on free-
ways and existing frontage roads.

18. The City should compare the trip generation potential of proposed
land use changes with the ability of area streets to handle those trips and
determine whether addition of street capacity or demand management
techniques is the appropriate approach when existing capacity is insuffi-
cient. 

19. The City should work with State and Federal agencies to implement
capital improvements to avoid or correct serious congestion, where
community disruption is not a major factor, and where operational
capacity improvements cannot adequately address the needs.

20. The City should complete environmental assessment of alternatives
for the future of Ayd Mill Road and implement the resulting recommen-
dations.

21. The City should work with the Minnesota Department of
Transportation (MnDOT) and other agencies to maintain and expand the
use of incident management systems to deal with the short-term traffic
congestion that results from accidents or other single event disruptions
to normal traffic flow.

22. The City should continue to explore and implement useful TSM and
TDM techniques in congested parts of the system, where capacity
improvement is not desirable, specifically, the northwest quadrant of the
city.

23. The City should design streetscape and operations in ways that allevi-
ate the negative impact of major streets on their surroundings, protect-
ing pedestrian safety as the highest priority. 

24. The City should continue to work closely with Ramsey County to
ensure compatibility with county standards, particularly as it relates to
roads over which the county will have eventual jurisdiction.

25. The City should require installation of conduit for fiber-optic and other
types of communications when streets are open for reconstruction or
utility work.



Objective: Neighborhood Protection

Improve the behavior and mitigate the unpleasant consequences of
local traffic in neighborhoods, as well as keep through-traffic off of
local neighborhood streets. Make neighborhood traffic control a priori-
ty, with an understandable and accessible process for achieving it.

This is important because:
◆ traffic levels affect the sense of belonging to one’s neighborhood,
◆ congestion is causing through-traffic to divert off of arterials into neigh-

borhoods,
◆ there is more traffic-related danger being perceived in neighborhoods

than in the past,
◆ there were occasional air quality standard exceedances in Saint Paul in

the past,
◆ there are frequent exceedances of noise standards in some locations in

Saint Paul,
◆ some neighborhoods are experiencing serious parking congestion, and 
◆ involvement in public decisions is an important part of residents’ sense

of ownership of their neighborhoods.
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5.0Strategy 2. Neighborhood Quality 
and Economic Development

A System that Works for the Community. The City of Saint Paul will work to
protect and enhance neighborhoods and support economic development by
designing and operating its transportation system in ways that are integral
rather than intrusive to the community.

The City should

promote its School

Safety Program, a

community and

school-based

approach to slowing

traffic near schools,

in order to ensure

the safety of children

crossing streets.



Policies

26. The City should use a neighborhood traffic management process to
systematically address neighborhood requests to “calm” or divert traffic,
while maintaining necessary access. The City should work proactively
with the community to promote this process and commit planning and
traffic engineering staff resources to work closely with the community
throughout each neighborhood process. Community participants should
include residential, service and public safety interests, with participation
organized through the appropriate district planning council, and offer an
array of techniques, such as, but not limited to, those illustrated on pp.
38-43 of this plan. The City should work to allocate adequate resources
to this priority.

27. The City should explore a variety of traffic-calming road design
options with interested neighborhoods at the time that local street con-
struction is being planned. 

28. The City should install “chokers” as standard design where streets in
school zones are reconstructed. “Chokers” (also known as “bump-outs”)
are illustrated in the Neighborhood Traffic Management Techniques sec-
tion of this Plan. (pp. 38-43). 

29. The City should promote its School Safety Program which is a system-
atic, community and school-based approach to slowing traffic near
schools, in order to ensure the safety of children crossing streets within a
school zone. The School Safety Program should offer education, enforce-
ment, and engineering tools to calm traffic in school zones. Participants
in this process should include city traffic engineering and public safety
expertise, the project school‘s administration, the school parent group,
and the appropriate district council. The array of techniques found on
pages 38-43 in this plan are offered through the School Safety Program.
In addition, the City should include the option of installing a “key mecha-
nism” at signal-controlled intersections to assist school children in safely
crossing busy streets when required by a school and appropriate district
council. 

30. The City should continue its current adopted policy with regard to the
installation of all-way stop sign controls. This policy directs that all-way
signs on collector or arterial roadways must meet appropriate spacing
and traffic volume requirements and have district council approval, and
that all-way stop signs on local streets meet safety standards, are sup-
ported by a neighborhood petition, and have district council approval.  

31. The City should increase traffic enforcement to improve public safety.
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32. The City should support State legislation that will allow implementa-
tion of new enforcement technology such as photo-radar, photo-cop,
and photo-redlight, in order to enhance traffic enforcement and improve
safety.

33. The City should continue to review the results of State air quality
monitoring in Saint Paul and work with the State and Metropolitan
Council to devise strategies as needed.

34. The City should make no comprehensive changes to the truck route
system at this time but rather review proposed changes to the system,
with the objective of minimizing the noise and other impacts on sensi-
tive land uses while meeting the transport needs of business.

35. The City supports the use of smaller buses for neighborhood circula-
tors as part of the redesign of the transit system recommended in Policy
73 (p. 24) of this Plan.

36. The City should limit negative impacts on residential properties in neigh-
borhoods with the greatest parking spillover from commercial strips by reg-
ulating land use and offering the option of residential permit parking. 

37. The City should work with developers to plan access points and park-
ing facilities for business areas with sensitivity to affected residential
neighborhoods.
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Objective: Neighborhood Enhancement

Consider transportation infrastructure as part of
neighborhood physical fabric and as a physical
way to create community, and give deliberate
attention to neighborhood character and the
need for community connections when design-
ing transportation improvements, such as tran-
sit stops, pedestrian ways, bikeways, parking
lots and facilities, bridges, signs, and lighting.

Design of transportation improvements is impor-
tant because:
◆ it affects how people feel about their neighbor-

hoods and is reflected in private investment,
◆ it can set Saint Paul apart by capitalizing on 

the special qualities of its neighborhoods, and
◆ the sense of community is built at the 

neighborhood level, with physical design as a 
critical component.

Policies

38.   The City should incorporate in the principles recommended in Policy
13 (p. 10), streetscape guidelines which emphasize enhancement of the
neighborhood environment, particularly its pedestrian quality, in accor-
dance with its historical development patterns and current uses, and
which maintain and improve a feeling of personal safety among users. 

39. The City should require parking lots to have a strong landscaped edge
along the street, and encourage landscaping within parking lots. The City
should find ways to encourage or require improvement of existing park-
ing lots, as well as newly constructed lots. Landscaping should be aes-
thetically pleasing and provide a sense of public safety. 

40. The City should require construction of new parking ramps to be com-
patible with the neighborhood.

41. The City should complete its residential street paving program, setting
neighborhood priorities based on cost effectiveness and economic and
community development and public safety goals.

42. The City should use its land use and development regulatory powers
to reinforce major transit destinations and significant transfer points as
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central neighborhood places, where appropriate. Likewise, when transit-
ways — busways or LRT — are built, the City should work with planning
and implementing agencies to ensure that they are designed to support
human scale, social fabric and neighborhood identity.

43. The City should continue to work with other agencies to enhance the
design of transportation improvements (streets, lighting, bridges, parking
facilities, transit shelters, bike paths, walkways) in accordance with com-
munity and neighborhood objectives. The City should continue its prac-
tice of using a community-inclusive design process for major transporta-
tion projects. 

44. The City supports customizing of neighborhood circulator buses to
reflect the identity of the neighborhoods they serve.

45. The City should ensure that fair and adequate capital, operating, and
maintenance funding is a condition of approving above-standard design
and materials in public improvements.

46. The City should continue to enhance its parkway system through
appropriate design and landscaping, limitations on uses within and adja-
cent to parkways to ensure compatibility and preserve aesthetic charac-
ter, limitations on traffic speeds and vehicle access, and provision of sep-
arate pedestrian and bikeways, where feasible. 

Objective: Economic Development

Preserve and strengthen accessibility to the regional transportation
system and target the scale and type of commercial and industrial
development to locations with appropriate access and visibility, and
where there is adequate carrying capacity in the street system. Make
system improvements in support of business development and job cre-
ation.

It is important to link regional and local transportation infrastructure plan-
ning with commercial and industrial development because:

◆ access to markets, goods, and labor is essential for Saint Paul to main-
tain and improve its economic competitiveness,

◆ specific redevelopment efforts are most likely to succeed when keyed to
today’s access needs and opportunities,

◆ locating commercial/industrial activity where regional access is good
will also generally minimize conflicts with sensitive uses, and



◆ understanding the capacity of the system to handle the demands of
commercial/industrial uses helps to minimize congestion and attendant
public capital expenditures.

Policies

47. The City should construct Phalen Boulevard as part of the industrial
redevelopment of the under-utilized railroad corridor on the city’s East
Side.

48. The City should continue to use business development and job cre-
ation as criteria for programming capital transportation improvements. 

49. The City should participate in regional planning efforts to improve
Saint Paul’s connection with the metropolitan road system.

50. The City should strongly promote regional transportation policies that
discourage regional sprawl and subsequent disinvestment in the metro-
politan core.

51. The City should promote regional transit investments and operations
that maintain good linkages between business and labor and markets,
including:
a. focus of high-frequency, large-bus, regular route service on areas with 

high population and job density,
b. support of the central corridor between downtown Saint Paul and 
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downtown Minneapolis as the top priority for development of transit
ways — busways and/or LRT — in the region, and 

c. targeted reverse commuting.

52. The City should work to ensure targeting of public investment and
economic development incentives around major transit destinations and
significant transfer points, including LRT stations.

53. The City should ensure business and service interests are included in
the neighborhood traffic management process described in Policy 26 (p.
13).

54. The City should ensure that the transport needs of business are met
when reviewing change requests to the truck route map. (See Policy 34,
p. 15.)

55. The City should consider vacating unnecessary streets, such as those
platted and unpaved or those that create short blocks, for housing or
economic development opportunities.

Objective: Downtown Revitalization and Riverfront
Development

Address the special transportation issues in the downtown that result
from its nature as the focus of economic activity, home for a growing
number of visitor attractions, unique residential neighborhood, and
symbolic heart of the city and state. Invest in transportation infra-
structure to facilitate the redevelopment of the riverfront as a truly
remarkable urban place connected to and benefiting the entire city.

It is important to resolve the special transportation issues facing Saint
Paul’s downtown because: 
◆ downtown is Saint Paul’s major traffic generator,
◆ access, parking, and circulation are critical factors in the downtown

business climate, the potential for new development, and the attractive-
ness to visitors, and

◆ pedestrian safety and enjoyment are very important to the quality of the
downtown experience for its visitors, workers and residents.

It is important to focus on transportation improvements to Saint Paul’s
riverfront because:

Target public 

investment and 

economic develop-

ment incentives

around major transit

destinations and 

significant transfer

points.
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◆ rejuvenation of the riverfront
offers a unique opportunity to
remake an urban area with a
strengthened sense of place and
connection to the outdoors, to
counterbalance pressures for
suburban expansion, to increase
the critical mass of people living
in and near downtown, and to
provide a psychological lift to
the city as a whole, and

◆ transportation infrastructure 
(streets, bridges, bikeways and 
pedestrian ways) will frame and

serve new riverfront development, make connections within the river-
front and between the river and the rest of the city, and set the standard
through their aesthetic quality.

Policies

56. The City should continue to work with regional transit agencies to
ensure the transit system design in the downtown results in bus travel that
is an efficient and user-friendly, therefore attractive, alternative to workers,
shoppers, and visitors, while allowing smooth traffic flow overall. 

57. The City should continue to participate in light rail transit (LRT) plan-
ning to ensure that, when it is implemented, downtown Saint Paul will
be well served, with low-platform boarding, and with stations located
and designed as integral parts of their surroundings.

58. The City should make the downtown a more pleasant pedestrian envi-
ronment through sidewalk widening/street narrowing (where street
capacity exists in excess of expected development needs), special paving
materials, landscaping, and signs.

59. The City should make capital or operational street capacity improve-
ments at those downtown locations where serious traffic congestion is
occurring and should support freeway capacity improvements that pro-
vide capacity to alleviate congestion at the northbound ramps out of
downtown. 

60. The City should work to reduce the need for parking by working with
the downtown community and large employers to develop specific
employee incentives such as reduced-cost parking for carpool and van
pool in preferential locations, direct employee incentives to use transit,
and continued efforts to improve bus service and creature comforts.
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61. The City should work to ensure an adequate supply of automobile
parking in the downtown by
a. increasing the parking supply where employee demand is not being 

met through constructing more spaces in or near the west core of 
downtown;

b. ensuring parking availability to attract new tenants downtown 
through a parking clearinghouse/guarantee program; and

c. working with others to market existing parking in the downtown.

62. The City should continue to work with the downtown community to
handle the special traffic and parking demands generated by special
events and downtown attractions. Interactive Transportation Information
(ITI) systems like the recently-installed Advanced Parking Information
System, should be explored and implemented where applicable.
Availability of alternate modes of transportation, such as mass transit or
taxi cabs, should be encouraged.

63. The City should seek to make downtown businesses and events more
accessible to visitors by encouraging greater overall use of taxi cabs.

64. The City should support biking as a means of travel to the downtown
by providing bike route accommodation into downtown, working with
the downtown community to provide bicycle parking/storage at assorted
locations, especially serving downtown parks and museums, and by
encouraging employer amenities and marketing.

65. The City should improve pedestrian linkages between downtown and
adjacent neighborhoods, the Mississippi River, and the Capitol area.

66. The City should incorporate the recommendations of the adopted
Lowertown Small Area Plan, the recommendations of the downtown
portions of the Saint Paul on the Mississippi development framework
that improve the pedestrian realm, while ensuring adequate vehicular
access in support of downtown development. 

67. The City should work to ensure security, maintenance, uniform hours
of operation, and uniform signage and maintenance in the skyway sys-
tem. Continued development of the downtown skyway system shall be in
accordance with the General Policy Statement for the Construction of the
Saint Paul Skyway System. As stated in that policy, extensions to the sys-
tem should be evaluated on the basis of (a) the density of new develop-
ment to be served, (b) the architectural significance of the buildings to be
connected, (c) the impact on views of significant natural and built fea-
tures, (d) the impact on at-grade pedestrian activity and vitality, (e) the
feasibility of alternative connections, and (f) the impact on system conti-



nuity; additions to the system should employ the present standard exterior
design.

68. The City should work with the downtown business community to
develop adequate funding and operational mechanisms to ensure main-
tenance of streetscape improvements.

69. The City should make transportation investments based upon the
Saint Paul on the Mississippi development framework that
a. emphasizes pedestrian activity (at-grade and vertical),
b. directs that roads and bridges be carefully designed in order to 

establish the context and set the standard for private development,
c. provides strong connections between individual riverfront develop-

ments, and
d. provides strong connections between the riverfront and the 

downtown and adjacent neighborhoods.

70. The City should consolidate river crossings wherever possible to avoid
any unecessary additional impairment of views into and within the river
corridor for its Saint Paul stretch.

71. The City should develop street/sidewalk design and management
strategies that, in concert with land use and development, extend the
impact of the new Wabasha Street bridge to create a pedestrian-oriented
Wabasha corridor that ties the Capitol with the Concord/Robert commer-
cial area. (See Saint Paul on the Mississippi Development Framework —
Concept Map, p. 37.)
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Objective: Transit Improvement 
Work with regional transit agencies to recapture ridership and serve
the transit-dependent by matching transit service with travel need. 

Better transit service is needed because:
◆ the accessibility of transit-dependent populations to jobs and services is

being limited, 
◆ in dense urban areas, transit is more cost-effective and better for

regional air quality than building greater street capacity for the use of
(mainly single-occupant) automobiles, and

◆ transit complements urban neighborhood development patterns that
support safe and cohesive communities and can spur economic growth.

Policies

72. The City supports a significant, long-term commitment by the State to
reinvest in the regional transit system, especially in ways that more equi-
tably serve the transit-dependent, the core service area, and the eastern
portion of the Twin Cities region.

6.0Strategy 3. 
Travel Mode Choice

A System that Works for individuals. The City of Saint Paul will work to
ensure a transportation system where different modes of travel—auto, public
transit, bicycle, wheelchair, or walking—more comfortably co-exist and where
individual modes of choice are well-accomodated.

The City supports a

significant, long-term

commitment by the

State to reinvest in

the regional transit

system.
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73. The City supports adequate funding of both the bus system and LRT
as complementary parts of a multi-modal transit system.

74. The City supports a redesign of the bus system to provide excellent
service along major corridors (limited stop “spines”) and better intra- and
inter-neighborhood service, with continued strong focus on regular route
service to the downtown, and general concentration on regular-route
weekday service. Recommended corridors are illustrated in the proposed
Transit Corridors. (p. 45)

75. The City supports: 
a. focus of bus system marketing on the occasional transit rider to 

become regular rider,
b. the development of corridor service delivery and marketing plans which 

consider, in depth, the needs of potential riders in the corridor, and
c. development of route and system information which is easier to 

understand than the current information.

76. The City supports security measures at neighborhood and downtown
transit hubs and attention to security on buses.

77. The City supports regional policies that ensure, first and foremost,
good service for the transit-dependent. As the first priority for use of
resources, new service should be focused on lowest income neighbor-
hoods. 

78. The City opposes any additional “opting out” of the regional transit
system.

79. The City should promote the focus of reverse commuting services on
major suburban employers and city neighborhoods with high unemploy-
ment and should work with region transit providers and other stakehold-
ers to identify these.

80. The City supports the central corridor between downtown Saint Paul
and downtown Minneapolis as the top priority for development of tran-
sitways — busways and/or LRT— in the region.

81. The City should continue to forward Saint Paul interests in economic
development, support of neighborhoods, and serious improvement of the
bus service in future regional transitway planning efforts in order to pro-
duce a successful metropolitan transit system.

82. The City supports employer programs that encourage transit use by
their employees.
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Objective: Bicycle System
Development

Develop a convenient, safe and
attractive system of bicycle routes
and facilities, integrated with other
transportation systems, that serves
the needs of commuting, utility,
recreational and touring bicyclists of
all ages.

More support of bicycling is needed
because:
◆ it enhances the attractiveness, safety

and livability of Saint Paul,
◆ it is desirable to have attractive alternatives to single-occupancy vehicle

travel,
◆ the availability of bike lanes and parking is the major influence on how

attractive biking is for transportation purposes, and
◆ there are currently limited exclusive on-street bike lanes or secure bike

parking options in Saint Paul.

Policies

83. The City should develop a network of interconnected on and off-street
bike routes that:
a. provide safe and convenient access to work, schools and shopping,
b. tie neighborhoods together,
c. link up with bike routes in surrounding municipalities,
d. help complete a regional bikeway system, and
e. create linear parks with scenic vistas, historic and cultural interpretive 

opportunities, and connections to regional open space. (See Bikeway 
Plan, p. 47.) 

84. The City should continue and expand its efforts to secure state and
federal funding assistance for development of bicycling infrastructure.

85. The City should work with private interests to provide support infra-
structure for biking, including safe storage and personal accommoda-
tions for cyclists at work places.

86. The City should work to improve education of drivers regarding bicy-
clists‘ rights, and of bicyclists (especially children) regarding their
responsibilities, and to improve enforcement of the applicable laws.

87. The City should market use of the bikeway system through distribu-
tion of informational materials and promotion of bicycling events.

Develop a 

convenient, safe and

attractive system of

bicycle routes and

facilities.
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Objective: Pedestrian Safety and Comfort

Strengthen the quality of the pedestrian experience in neighborhoods
and business areas, with pedestrian safety as a minimum requirement
for sidewalk installation and maintenance.

Attention to the pedestrian environment, with safety as a minimum guide,
is important because: 
◆ it is at the pedestrian level that people most closely relate to their envi-

ronment and to each other,
◆ the human, accessible scale of the city, though diminished by pervasive

preference for auto travel, contrasts it positively with suburban loca-
tions, and

◆ safety provides clear public purpose to the often-controversial issue of
sidewalk installation.

Policies

88. To provide access to popular pedestrian destinations, the City should
install new sidewalks where pedestrian safety is at risk, particularly that of
children and persons with disabilities. The City should, at a minimum,
install sidewalks on one side of every street that has a functional classifi-
cation above local.

89. The City should repair hazardous sidewalks as quickly as possible and
investigate alternatives to the current repair policy (procedures and
financing) in order to repair sidewalks more systematically and at a
lower overall cost to taxpayers. 

90. The City should not remove sidewalks unless there is a compelling
reason to do so.

91. The City should, with the U of M Center for Transportation Studies,
MnDOT and the Institute for Traffic Engineers, conduct a comprehensive
evaluation to determine the effect of signal timing changes, for longer
pedestrian crossing times, on pedestrian safety and traffic conditions,
and, following City Council review, implement the recommendation
resulting from this study, as appropriate.

92. The City should implement a neighborhood traffic calming program
that includes education, enforcement, and engineering resources to
address pedestrian safety on streets and alleys. (Also see Policy 26 and
27, pp. 13-14.)

93. The City should improve compliance with the existing sidewalk snow



Comprehensive Plan 35

removal ordinance by clarifying the responsibility for its enforcement
within the City government and by initiating an educational campaign/
appeal to encourage voluntary compliance with the ordinance.

94. The City should use its development policies and design standards to
improve the quality of the pedestrian experience throughout the city.

95. The City should continue to implement accident reduction improve-
ments at locations where pedestrian safety is at particular risk.

Policies found elsewhere in this Plan which support pedestrian safety and
comfort include Policies 3, 7, 8, 9, 26, 27, 28, 29, 30, 38, 43, 58, 65, 66, 67,
69, and 71. 

Objective: Accessibility

Ensure that pedestrian ways, transit, and automo-
bile parking are designed to serve rather than
frustrate the transportation needs of persons with
physical impairments to mobility and accessibility.

The Plan must recognize and correct where barriers
to access and mobility exist because:
◆ the city belongs to all its citizens and benefits

from their unfettered participation in community
life, and 

◆ barriers to accessibility will affect more and more
people as our population continues to age.

Policies

96. The City should continue to install ramped sidewalk corners as part of
new sidewalk construction through a program of annual retrofit of the
existing sidewalk system.

97. The City should work with other agencies to promote conformance
with the requirements of the Americans with Disabilities Act of 1990 as
they pertain to transportation facilities.

98. The City should complete retrofit of the downtown skyway system so
that it will be fully accessible to persons with disabilities.

99. The City supports transit service that is accessible, convenient and
affordable for persons with disabilities, as well as being cost-effective for
the system.
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Objective: Sensible, Safe Automobile Use
Continue to emphasize automobile safety and reasonable access and
mobility while working to better rationalize auto use by encouraging
higher vehicle occupancy.

Higher automobile occupancy (carpooling) is desirable because:
◆ it extends the capacity of the system,
◆ it has less impact on the environment,
◆ it is cheaper for the traveler, and
◆ there are often no viable alternatives to single-occupant auto travel.

Even as more emphasis is being placed on alternative modes, continued
care for safe and reasonable accommodation of the auto is necessary
because:

◆ for the foreseeable future, the automobile will be the preferred mode of
travel for most people in most circumstances.

Policies

100. The City should continue to implement accident 
reduction improvements in locations where motorist safety is 
at particular risk.

101. The City should monitor the development of new 
technologies that provide opportunities to improve safety 
through traffic management.

102. The City should participate in the State’s “Clean Fuels 
Minnesota Initiative.”

Policies found elsewhere in this Plan which support carpooling
include Policies 2, 3, 7, 8, 9, and 60. 



7.0Physical Plan
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The following figures make up the physical plan for transportation in Saint
Paul. 

◆ Street Plan Classified by Function 
◆ Truck Route Map 
◆ Saint Paul on the Mississippi Development Framework Concept Map 
◆ Neighborhood Traffic Management Techniques 
◆ Proposed Transit Corridors
◆ Bikeway Plan

*
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◆ Wabasha Street as a strong pedestrian corridor, linking the Capitol,
downtown, the river and the Concord/Robert Area

◆ Shepard/Warner as a continuous, safe, traffic-calmed, pedestrian and
bike-friendly civic element, framing public activity and future 
development

◆ Quality design of infrastructure
◆ Strong connections (vehicular, bicycle, visual) among riverfront 

developments
◆ Strong connections between riverfront development and the river
◆ Strong connections between riverfront development and the downtown

and neighborhoods

Saint Paul on the Mississippi 
Development Framework
The Capitol-Mississippi Crescent Concept

Transportation Principles (See policies 65 and 66, p. 29)

Wabasha Bridge Concept Drawing
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Road Design Techniques

Road design techniques involve reconstruction of streets or intersections,
which can be very costly, although costs can vary significantly depending
upon conditions. The techniques of more moderate cost are noted. 

7.0Neighborhood Traffic Management Techniques

Reduction of the
typical pavement
width along a right-
of-way. Achieved
physically by remov-
ing part of the pave-
ment surface or psy-
chologically through
pavement marking. 

Narrowing of the
street, either at an
intersection or at
midblock to con-
strain the width of
the traveled way. 

Volumes. Drastic reduction on diverted street.
Increase on alternate routes.
Speed. Reduction in the closed direction.
Safety. Substantial improvement.
Noise, air pollution. Reductions.
Access. Restricted. Emergency access somewhat
restricted.
Community reaction. Can be negative. Requires
heavy resident involvement, education, before
making capital investment.
Other considerations. Enforcement.

Street Narrowing

Chokers

Partial Diverters

Volumes. Little or no effect.
Speed. Some reduction possible.
Safety. Minimal effect on accidents overall on local
streets. Possible improved pedestrian safety. Bike
safety may be compromised. Pavement markings
particularly effective on collector, arterial streets.
Noise, air pollution. Some reduction.
Access. No restriction. 
Community reaction. Mixed. Residents like “feel,”
associated amenities; dislike loss of on-street park-
ing if taken.
Other Considerations. Minimum lane width of 11
feet recommended for safety. Opportunities for
landscaping, other amenities.

Volumes. Little or no effect, if two-way travel
remains. Significant reduction if section can only be
used one direction at a time.
Speed. Little or no effect. 
Safety. Improvement for both vehicles and pedes-
trians. 
Noise, air pollution. Little or no effect. 
Access. Little effect. 
Community reaction. Generally positive.
Other considerations. Landscaping opportunities.

Narrowing of a two-
way street at the
intersection in order
to eliminate one
direction of travel.

A variety of traffic man-
agement techniques for
residential streets is
illustrated here, along
with a generalized
assessment of how each
technique performs
against key measures.
The techniques include
road design, traffic
controls, and enforce-
ment/education.
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Policy 26 recommends use of a neighborhood traffic management process
to systematically address neighborhood requests to “calm” or divert traf-
fic, and says that this process should offer an array of techniques. 

Which traffic management technique or combination of techniques should
be applied in a neighborhood will be determined by the area’s physical
characteristics, the nature of the traffic issue, and the expected cost,
effectiveness, and acceptance by the community. The neighborhood traffic
management process allows the City and the community to explore traffic
problems and options together, resulting in a recommendation that will be
most likely to achieve the neighborhood’s objectives.

Full Diverter

Street Closure

Traffic Circles

Raised barrier
placed diagonally
across an intersec-
tion that physically
divides the intersec-
tion and forces all
traffic to make a
sharp turn. 

Closing a street
either at one end or
the other, or at a
mid-block location,
to eliminate unwant-
ed through-traffic. 

Raised geometric
control island, fre-
quently circular, typ-
ically about 20 feet
in diameter, in the
center of an inter-
section of local
streets.

Volumes. Reduction. Diverted to other streets.
Speed. Moderate reduction.
Safety. Improvement.
Noise, air pollution. Little or no impact.
Access. Restricted. Emergency access a 
concern.
Community reaction. Often negative concerns
about visitors, deliveries, neighborhood division.
Other considerations. Drainage.

Volumes. Drastic reduction.
Speed. Drastic reduction.
Safety. Substantial improvement.
Noise, air pollution. Positive effect.
Access. Restricted. Accommodations for emer-
gency access may be needed.
Community reaction. Positive resident reaction;
negative traveling public reaction.

Volumes. Little or no impact.
Speed. Reduction near intersection. Possible
increase mid-block.
Safety. Improvement to accident-prone intersec-
tions.
Noise, air pollution. Negative effect.
Access. Little general effect. Negative effect on
emergency access.
Community reaction. Mixed. Positive reaction
to aesthetics (if done well). Concerns about
obstructions, hazard, loss of parking.
Other considerations. Snow removal. Left
turns.

REFERENCES: Neighborhood Traffic Control, North Central Section Institute of
Transportation Engineers, January 1994, Traffic Calming, Cynthia L. Hoyles, American
Planning Association, July 1995.
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Neighborhood Traffic
Management Techniques
continued
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Median Barriers

Speed Humps/Bumps

Curvilinear Reconstruction

Road Design Techniques

Barrier in the median
of the major street at
its intersection with a
local street to prevent
left turns from the
major street to the
local street, as well
as through traffic on
the local street.

Volumes. Significant reduction.
Speed. Some reduction.
Safety. Improvement for vehicles and pedestrians.
Noise, air pollution. Positive effect where vol-
umes reduced; pollution could shift.
Access. Restricted. Emergency access affected.
Community reaction. Positive resident reaction.

Raised areas in the
roadway surface
width extend across
the roadway perpen-
dicular to traffic flow.  

Volumes. Volume reductions depend upon space
of humps/bumps, amount of cut-through traffic
and availability of alternative routes.
Speed. Significant reduction. 
Safety. Little effect.
Noise, air pollution. Negative air pollution effects
possible. Noise impacts vary.
Access. Little effect.
Community reaction. Positive resident reaction.
Negative traveling public reaction.
Other considerations. Impacts on large trucks,
buses. These users should be involved in process.

Introduction of cur-
vatures on previously
straight alignment
through reconstruc-
tion of the street
with a curved center-
line alignment and a
uniform roadway
width, or introduc-
tion of chokers or
other types of barri-
ers on alternate sides
of the street to cre-
ate a serpentine trav-
el path.

Volumes. Little or no effect if the same number of
travel lanes are retained. Significant reductions if
barriers limit use of section to one direction at a
time.
Speed. Little or no effect for uniform width con-
struction; reduction where barriers are constructed.
Safety. Mixed results.
Noise, air pollution. Little or no effect.
Access. Little effect.
Community reaction. Mixed.
Other considerations. Landscaping opportunities.

The neighborhood traffic management process is underway is Saint Paul.
Among the areas involved (at writing of this Plan) are: 

- Doswell/Chelmsford - Thomas/MacKubin
- Margaret/Arcade - Morgan/Edgcumbe
- Railroad Island - LaFond/Grotto
- Bidwell/Congress
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Traffic Control Techniques

Traffic control techniques involve low capital costs, although area wide or
citywide application of some controls can be a serious fiscal commitment. 

Neighborhood Traffic
Management
Techniques continued

Truck Restrictions

Posting the roadway with
specific load limit require-
ments and/or signing of
truck routes.

Volumes. Heavy commercial traffic reduced; shifted
to other routes.
Speed. Little or no effect.
Safety. Little or no effect.
Noise, air pollution. Positive effect.
Access. Restricted. No effect on emergency access.
Community reaction. Generally positive, where
restricted. Shifting can occur. Businesses generating
heavy truck traffic inconvenienced. 
Other considerations. Street load capacity. Legal,
practical considerations.

Turn Restrictions

Use of regulator signing to prohibit
certain traffic movements general-
ly where an arterial and local
street meet.

Volumes. Reduction on diverted streets; increase on
alternative routes.
Speed. Reduction on the diverted street.
Safety. Improvement on diverted streets.
Noise, air pollution. Shifted. 
Access. Restricted.
Community reaction. Generally positive if a reason-
able alternate route exists.

Basket Weave 
Stop Signs

Alternating two-way stop con-
trol within an area of local resi-
dential streets. 

Volumes. Minimal effect.
Speed. Reduced within 200 feet of the stop sign.
Increase in speed between stop signs. 
Safety. Significant improvement at accident-prone
intersection.
Noise, air pollution. Negative effect.
Access. Little effect.
Community reaction. Usually positive.
Other considerations. Ice.

Yield Signs

Signage assigning right-of-way
at intersections. 

Volumes. Little or no effect.
Speed. Reduced within 50 feet of the yield sign.
Safety. Mixed results.
Noise, air pollution. Negative effect.
Access. Little effect.
Community reaction. Generally positive.
Other considerations. Frequently generate requests
for stop signs after accidents or near misses.

Do Not Enter

Volumes. Dramatic reduction on prohibited street;
increase on alternate routes.
Speed. Reduction.
Safety. Improvement on restricted street.
Noise, air pollution. Positive effect on restricted
street; often shifted.
Access. Restricted.
Community reaction. Generally positive if alter-
nate routes exists.

Signage prohibiting vehicles
from entering a roadway. 

Speed Limit Changes

Volumes. Little or no effect.
Speed. Enforcement required to achieve reduction.
Safety. No documentation.
Noise, air pollution. Little or no effect.
Access. No change.
Community reaction. Residents support significantly
lower speeds.
Other considerations. Broader issue of how limits
are set.

Change to the legal speed limit,
based upon traffic behavior, haz-
ards, obstructions, access points,
pedestrian use, and road alignment.
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One-way Pairs

Parking Restrictions

Legally restricting parking
at near intersections and
crosswalks (clearance
zones) or along the length
of the block (extended
zones). 

Neighborhood Traffic
Management Techniques
continued

Traffic Control Techniques

Volumes. Little or no effect.
Speed. Clearance zones: minimal effect. Extended
zones: potential for increased speeds.
Safety. Improvement.
Noise, air pollution. Little or no effect.
Access. No effect.
Community reaction. Varied.

All Way Stop

Stop signs on all legs of
the intersection. 

Volumes. Depends upon nature of traffic.
Speed. Little or no effect.
Safety. Improvement when warrants are met or
where sight distances are poor. 
Noise, air pollution. Negative impacts. 
Access. Little effect.
Community reaction. Mixed.
Other considerations. Concern about misuse of
stop signs. 

Watch for Children 

Signage that warns of the
presence of children. 

Volumes. No effect.
Speed. Little or no effect.
Safety. Little or no effect.
Noise, air pollution. Little or no effect.
Access. No effect.
Community reaction. Positive.
Other considerations. Traffic studies do not
demonstrate effectiveness of this type of signage.

Divergent/
convergent one-way
streets
Conversion of two-way
local streets to one-way
operation; the one-way
direction changes at the
arterial to “diverge” from it
or “converge” upon it.

Volumes. Reduction. 
Speed. Increase.
Safety. Improvement.
Noise, air pollution. Possible negative air quality.
Access. Some restriction impacts.
Community reaction. Mixed.
Other considerations. Parking. Bicycle traffic.

Alternating one-way
streets 

Conversion of two-way
streets to one-way 
operation in an alternating
pattern. 

Volumes. Little or no effect.
Speed. Increase.
Safety. Improvement.
Noise, air pollution. Little or no effect.
Access. Some restriction.
Community reaction. Mixed.
Other considerations. Parking. Bicycle traffic.

Creating a one-way cou-
plet by paring a residen-
tial street with a nearby
through street to create
a corridor for through
traffic. 

Volumes. Increase on one; reduction on adjacent.
Speed. Increase.
Safety. Improvement.
Noise, air pollution. Little or no effect.
Access. Some restriction. 
Community reaction. Mixed.
Other considerations. Parking. Bicycle traffic.
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Neighborhood Traffic
Management
Techniques continued

Enforcement/Educational Techniques

Enforcement techniques often involve increased operational costs. 

Traditional Enforcement

Volumes. Little or no effect.
Speed. Appreciable reduction during period of enforcement.
Safety. Improved during period of enforcement.
Noise, air pollution. Usually little effect.
Community reaction. Mixed.
Other considerations. Budget and staff constraints. 

Usually involves the
use of radar to identify
speeders and subse-
quent ticketing of
speed violators.

((

Speed Watch

Neighborhood partici-
pation in radar obser-
vation of speeds and
communication with
violators.

Volumes. Little or no effect.
Speed. Substantial reduction.
Safety. Possible.
Noise, air pollution. Little or no effect.
Access. Not restricted.
Community reaction. Positive.
Other considerations. Training. “Vigilantism”.

Variable Speed Display

Volumes. Little or no effect.
Speed. Reduced while device is present.
Safety. Potential for sudden braking.
Noise, air pollution. Little or no effect.
Access. Not restricted. 
Community reaction. Positive in the short term.
Other considerations. Needs monitoring. “Vigilantism”. 

Use of a portable speed
display board wired to
radar to alert motorists
of their speed; educa-
tional campaign
accompanies use of the
board. 

School Safety Program
Policy 29 recommends promotion of the city’s School Safety Program, a systematic,
community and school-based approach to slowing traffic near schools. The array of
techniques available to consider in this process includes those listed above. In addi-
tion, the School Safety Program identifies the following:

◆ Raised Crosswalks Crosswalks raised to the level of the curb: a combination
of speed humps, chokers, and crosswalks. Raised crosswalks reduce vehicle
speeds and enhance pedestrian crossing points.

◆ Pavement Surface or Color Change Alteration in the pavement surface
(rumble strips) including brick, stamped concrete or a change in pavement color
to alert drivers that they have entered a school zone.

◆ Banners Banners hung across roads near schools stating that it is a school
zone and reminding drivers to reduce their speed. Most effective if they are
moved periodically since their impact tends to decrease the longer they are in
one place.

◆ Barrels with Signs Orange barrels placed in the middle of the road before
crosswalks, topped by a yellow and red sign stating in large letters: “State Law:
Stop for Pedestrians in Crosswalks.” Slows traffic by alerting drivers that pedes-
trians may be crossing the road and by physically narrowing the road. Can easi-
ly be routinely removed and replaced. 
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Saint Paul’s comprehensive plan, of which this Transportation Policy Plan is
a chapter, is the key expression of the City’s commitment to prudent, strate-
gic allocation of limited public resources in service to a shared community
vision for the future. But it does not stand alone. It is complemented and
detailed by 
◆ the capital improvement programming and budgeting process, 
◆ the operational planning activities undertaken in support of the annual

operating budget, as well as in individual departmental strategic plans,
and 

◆ the myriad of individual administrative actions and City Council legisla-
tive and regulatory decisions. 

The relationship of these efforts as they pertain to transportation in Saint
Paul is shown below. 

8.0Priority Actions 1998-1999

The Transportation Chapter of the Comprehensive Plan 

◆ Vision expressed in goals, premises, and major strategy statements

◆ Policies to guide City decisions over the long-term

◆ Physical depiction of the system’s desired look and operation 

◆ Adopted by City Council

Transportation portions of the Program 
for Capital Improvements and the Capital

Improvement Budget

◆ 10-year schedule and proposed funding,

updated bi-annually

◆ 2-year budget, adjusted in second year

◆ Adopted by City Council

Public Works, PED portions of
Operating Budget process; 

administrative strategic plans

◆ 1-year operating budget 

◆ 1-year work program 

◆ Budget adopted by City Council

◆ Strategic plans internal to departments

Integration among these public efforts is ideal; the strongest connection is
between the comprehensive plan and the capital programming endeavors,
with the Planning Commission making comment upon the consistency of
proposed capital expenditures with the comprehensive plan. 

Other Mayor and City
Council actions

◆ Legislative agenda

◆ Regulatory actions

◆ Administrative directives

◆ Intergovernmental 

activities

City Processes, Instruments for 
Transportation Planning and Implementation



Because the City has these well-established, effective processes for imple-
mentation, which allow for short-term flexibility while maintaining connec-
tion to long-range community vision and policy, this Transportation Policy
Plan does not attempt to document implementation steps in detail. 

Instead, the activities that will implement this Plan will continue to be
detailed in the transportation-related portions of the 10-year Program for
Capital Improvements and bi-annual capital improvement budget and in the
operational planning and budgeting done annually by the City administra-
tive departments responsible for transportation, that is, the Public Works
Department and the Department of Planning and Economic Development
(PED). 

Presented below are the most immediate capital and operational action pri-
orities for implementation of this Plan. 

Capital Action Priorities 

◆ Complete the design process for Shepard Road and begin construction
in 1998. 

◆ Complete Phalen Boulevard EIS process; select preferred alternative;
begin design work.

◆ Complete Ayd Mill Road EIS process; select preferred alternative; begin
design work.

◆ Complete construction of the Wabasha Street Bridge. 
◆ Complete construction of the Edgerton Street Bridge.
◆ Complete construction of the Ford Parkway Bridge.
◆ Complete infrastructure planning for Riverfront.
◆ Determine Administration recommendation on location of new down-

town parking facilities in or near the west core based upon the August
1996 Downtown Saint Paul Parking Study; construct downtown park-
ing facilities per Administration recommendations. 

◆ Continue residential street paving as scheduled; coordinate with other
neighborhood improvements.

◆ Continue development of the bikeway system by incorporating bike
plan-designated paths, lanes and signs with road and bridge recon-
struction and intersection redesigns at the time they are programmed. 

◆ Continue to identify and implement street and sidewalk safety
improvements as needed. 

Operational Action Priorities 

◆ Continue neighborhood traffic management efforts.
◆ Assemble traffic engineering/urban design principles for internal

agreement and external communication. 
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◆ Continue work with neighborhoods to identify and resolve parking
issues.

◆ Develop comprehensive sidewalk plan in accordance with criteria
found in Plan Policy 87.

◆ Identify and implement operational safety improvements as accident
monitoring warrants. 

Legislative/Intergovernmental Action Priorities 

◆ Support increased transit funding at Legislature. 
◆ Support transit redesign in concept and work to ensure service to

Saint Paul.
◆ Forward the “limited growth option” in the metropolitan growth

options planning debate. 
◆ Continue to maintain and strengthen interagency relationships in sup-

port of City transportation objectives. 
◆ Participate in regional transportation planning and funding processes to

better ensure funding for major projects; lobby legislature for funding,
as appropriate. 



Comprehensive Plan 53

9.0Policies by Function

The policies presented on pages 17-36 of this Plan are organized accord-
ing to which of the three major planning strategies they serve. The follow-
ing organizes those same policies within the traditional transportation
functions of streets and traffic, parking, transit, bicycles, and pedestrian
ways, as well as the related function of land use and development. 

Streets and Traffic

6. The City should strongly promote regional development and transportation investments

that support alternative modes and reduce trips, in particular, a better regional

jobs/housing balance, and control of sprawl through restricted growth in transportation

capacities.

11. The City should use traffic controls, enforcement, design practices, and land use policies

to maintain the current function of streets, especially relative to one another, as desig-

nated and defined in the functional classification map (p. 33), specifically ensuring use of

arterials (principal, minor A and minor B) for longest trips, collectors for intermediate

and local trips, and local streets for local access. 

12. The City should ensure that management of traffic, in accordance with the functional

classification of streets, is done in ways that discourage increased volumes and speeds,

and protect pedestrians and the neighborhood environment.

13. The City should assemble, for internal agreement and external communication, the set of

traffic engineering and urban design principles that guide the design and use of the street

right-of-way as determined by street classification, right-of-way availability, traffic vol-

umes, safety standards, and land use.

14. The City will follow the new urban State Aid design standards for appropriate parts of the

system which will result in most streets reconstructed to be narrowed to more appropri-

ately accommodate pedestrians and help calm our urban traffic.

15. The City will continue to work with the State to secure State Aid rule changes to provide

more flexible standards for streets with less than 3,000 average daily traffic, so that the

street design may better meet the pedestrian and neighborhood needs of the urban envi-

ronment.

17. The City should work with the State to minimize the negative effect on Saint Paul streets

of freeway ramp metering. This should be done through the use of Intelligent

Transportation Infrastructure (ITI) on freeways and existing frontage roads.



19. The City should work with State and Federal agencies to implement capital improve-

ments to avoid or correct serious congestion, where community disruption is not a major

factor, and where operational capacity improvements cannot adequately address the

needs.

20. The City should complete environmental assessment of alternatives for the future of Ayd

Mill Road and implement the resulting recommendations.

21. The City should work with the Minnesota Department of Transportation (MnDOT) and

other agencies to maintain and expand the use of incident management systems to deal

with the short-term traffic congestion that results from accidents or other single event

disruptions to normal traffic flow.

23. The City should design streetscape and operations in ways that alleviate the negative

impact of major streets on their surroundings, protecting pedestrian safety as the highest

priority. 

24. The City should continue to work closely with Ramsey County to ensure compatibility

with county standards, particularly as it relates to roads over which the county will have

eventual jurisdiction.

25. The City should require installation of conduit for fiber-optic and other types of commu-

nications when streets are open for reconstruction or utility work.

26. The City should use a neighborhood traffic management process to systematically

address neighborhood requests to “calm” or divert traffic, while maintaining necessary

access. The City should work proactively with the community to promote this process

and commit planning and traffic engineering staff resources to work closely with the

community throughout each neighborhood process. Community participants should

include residential, service and public safety interests, with participation organized

through the appropriate district planning council, and offer an array of techniques, such

as, but not limited to, those illustrated on pp. 38-43 of this plan. The City should work to

allocate adequate resources to this priority.

27. The City should explore a variety of traffic-calming road design options with interested

neighborhoods at the time that local street construction is being planned. 

28. The City should install “chokers” as standard design where streets in school zones are

reconstructed. “Chokers” (also known as “bump-outs”) are illustrated in the

Neighborhood Traffic Management Techniques section of this Plan. (pp. 38-43). 

29. The City should promote its School Safety Program, which is a systematic, community

and school-based approach to slowing traffic near schools, in order to ensure the safety

of children crossing streets within a school zone. The School Safety Program should offer

education, enforcement, and engineering tools to calm traffic in school zones.

Participants in this process should include city traffic engineering and public safety

expertise, the project school‘s administration, the school parent group, and the appropri-

ate district council. The array of techniques found on pages 38-43 in this plan are offered

through the School Safety Program. In addition, the City should include the option of
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installing a “key mechanism” at signal-controlled intersections to assist school children

in safely crossing busy streets when required by a school and appropriate district council. 

30. The City should continue its current adopted policy with regard to the installation of all-

way stop sign controls. This policy directs that all-way signs on collector or arterial road-

ways must meet appropriate spacing and traffic volume requirements and have district

council approval, and that all-way stop signs on local streets meet safety standards, are

supported by a neighborhood petition, and have district council approval.

31. The City should increase traffic enforcement to improve public safety.

32. The City should support State legislation that will allow implementation of new enforce-

ment technology such as photo-radar, photo-cop, and photo-redlight, in order to

enhance traffic enforcement and improve safety.

33. The City should continue to review the results of State air quality monitoring in Saint

Paul and work with the State and Metropolitan Council to devise strategies as needed.

34. The City should make no comprehensive changes to the truck route system, at this time,

but, rather, review proposed changes to the system, with the objective of minimizing the

noise and other impacts on sensitive land uses, while meeting the transport needs of

business.

41. The City should complete its residential street paving program, setting neighborhood pri-

orities based on cost effectiveness and economic and community development and pub-

lic safety goals.

43. The City should continue to work with other agencies to enhance the design of trans-

portation improvements (streets, lighting, bridges, parking facilities, transit shelters, bike

paths, walkways) in accordance with community and neighborhood objectives. The City

should continue its practice of using a community-inclusive design process for major

transportation projects. 

45. The City should ensure that fair and adequate capital, operating, and maintenance 

funding is a condition of approving above-standard design and materials in public

improvements.

46. The City should continue to enhance its parkway system through appropriate design and

landscaping, limitations on uses within and adjacent to parkways to ensure compatibility

and preserve aesthetic character, limitations on traffic speeds and vehicle access, and

provision of separate pedestrian and bikeways, where feasible.

47. The City should construct Phalen Boulevard as part of the industrial redevelopment of the

under-utilized railroad corridor on the city’s East Side.

48. The City should continue to use business development and job creation as criteria for

programming capital transportation improvements. 
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49. The City should participate in regional planning efforts to improve Saint Paul’s connec-

tion with the metropolitan road system.

50. The City should strongly promote regional transportation policies that discourage region-

al sprawl and subsequent disinvestment in the metropolitan core.

53. The City should ensure business and service interests are included in the neighborhood traf-

fic management process described in Policy 26 (p. 13).

54. The City should ensure that the transport needs of business are met when reviewing

change requests to the truck route map. (See Policy 34, p. 15.)

55. The City should consider vacating unnecessary streets, such as those platted and unpaved or

those that create short blocks, for housing or economic development opportunities.

59. The City should make capital or operational street capacity improvements at those down-

town locations where serious traffic congestion is occurring and should support freeway

capacity improvements that provide capacity to alleviate congestion at the northbound

ramps out of downtown.

62. The City should continue to work with the downtown community to handle the special

traffic and parking demands generated by special events and downtown attractions.

Interactive Transportation Information (ITI) systems like the recently-installed Advanced

Parking Information System, should be explored and implemented where applicable.

Availability of alternate modes of transportation, such as mass transit or taxi cabs,

should be encouraged.

63. The City should seek to make downtown businesses and events more accessible to visi-

tors by encouraging greater overall use of taxi cabs.

66. The City should incorporate the recommendations of the adopted Lowertown Small Area

Plan, the recommendations of the downtown portions of the Saint Paul on the

Mississippi development framework that improve the pedestrian realm, while ensuring

adequate vehicular access in support of downtown development. 

69. The City should make transportation investments based upon the Saint Paul on the

Mississippi development framework that

a. emphasizes pedestrian activity (at-grade and vertical),

b. directs that roads and bridges be carefully designed in order to establish the context 

and set the standard for private development,

c. provides strong connections between individual riverfront developments, and

d. provides strong connections between the riverfront and the downtown and adjacent 

neighborhoods.

71. The City should develop street/sidewalk design and management strategies that, in concert

with land use and development, extend the impact of the new Wabasha street bridge to

create a pedestrian-oriented Wabasha corridor that ties the Capitol with the

Concord/Robert commercial area. (See Development Framework — Concept Map, p. 37.)
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97. The City should work with other agencies to promote conformance with the require-

ments of the Americans with Disabilities Act of 1990 as they pertain to transportation

facilities.

100. The City should continue to implement accident reduction improvements in locations

where motorist safety is at particular risk.

101. The City should monitor the development of new technologies that provide opportunities

to improve safety through traffic management.

102. The City should participate in the State’s “Clean Fuels Minnesota Initiative.”

Parking

3. The City should work with other agencies to invest in infrastructure and system manage-

ment that support transit, carpooling, biking, and walking. 

36. The City should limit negative impacts on residential properties in neighborhoods with

the greatest parking spillover from commercial strips by regulating land use and offering

the option of residential permit parking. 

39. The City should require parking lots to have a strong landscaped edge along the street,

and encourage landscaping within parking lots. The City should find ways to encourage

or require improvement of existing parking lots, as well as newly constructed lots.

Landscape should be designed not only to be aesthetically pleasing but also in a ways

that maintain a sense of public safety. 

40. The City should require construction of new parking ramps to be compatible with the

neighborhood.

43. The City should continue to work with other agencies to enhance the design of trans-

portation improvements (streets, lighting, bridges, parking facilities, transit shelters, bike

paths, walkways) in accordance with community and neighborhood objectives. The City

should continue its practice of using a community-inclusive design process for major

transportation projects. 

60. The City should work to reduce the need for parking by working with the downtown com-

munity and large employers to develop specific employee incentives such as reduced-cost

parking for carpool and van pool in preferential locations, direct employee incentives to

use transit, and continued efforts to improve bus service and creature comforts.

61. The City should work to ensure an adequate supply of automobile parking in the 

downtown by

a. increasing the parking supply where employee demand is not being met through 

constructing more spaces in or near the west core of downtown,

b. ensuring parking availability to attract new tenants downtown through a parking 

clearinghouse/guarantee program, and

c. working with others to market existing parking in the downtown.
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62. The City should continue to work with the downtown community to handle the special

traffic and parking demands generated by special events and downtown attractions.

Interactive Transportation Information (ITI) systems like the recently-installed Advanced

Parking Information System, should be explored and implemented where applicable.

Availability of alternate modes of transportation, such as mass transit or taxi cabs,

should be encouraged.

97. The City should work with other agencies to promote conformance with the require-

ments of the Americans with Disabilities Act of 1990 as they pertain to transportation

facilities.

Transit

1. The City should work with regional transit agencies to secure transit service, especially a

redesigned and adequately funded bus service, that better serves the needs of citizens in

all parts of the city.

2. The City supports expansion of the Metro Transit Rideshare carpool/vanpool rider match-

ing and preferential parking program and supports Metro Transit‘s Guaranteed Ride Home

program for transit riders.

3. The City should work with other agencies to invest in infrastructure and system manage-

ment that support transit, carpooling, biking, and walking. 

6. The City should strongly promote regional development and transportation investments

that support alternative modes and reduce trips, in particular, a better regional

jobs/housing balance, and control of sprawl through restricted growth in transportation

capacities.

7. The City should work with other public agencies and the private sector to market transit,

carpooling, biking and walking, as well as flexible work hours and telecommuting. 

8. The City should promote voluntary provision of TDM incentives by private employers. 

9. The City should lead by example, by promoting transit, carpooling, biking and walking, and

flextime and telecommuting for its own employees.

10. The City should monitor the development of new technologies that provide TDM 

opportunities.

16. The City should emphasize traffic system management (TSM) and TDM policies, particu-

larly at the regional level, to protect the functional classification of streets in Saint Paul

against further upgrade overall.

27. The City should continue to explore and implement useful TSM and TDM techniques in

congested parts of the system, where capacity improvement is not desirable, specifically,

the northwest quadrant of the city.



35. The City supports the use of smaller buses for neighborhood circulators as part of the

redesign of the transit system recommended in Policy 73 (p. 24) of this Plan.

42. The City should use its land use and development regulatory powers to reinforce major

transit destinations and significant transfer points as central neighborhood places, where

appropriate.  Likewise, when transitways — busways or LRT — are built, the City should

work with planning and implementing agencies to ensure that they are designed to sup-

port human scale, social fabric and neighborhood identity.

43. The City should continue to work with other agencies to enhance the design of trans-

portation improvements (streets, lighting, bridges, parking facilities, transit shelters, bike

paths, walkways) in accordance with community and neighborhood objectives. The City

should continue its practice of using a community-inclusive design process for major

transportation projects. 

44. The City supports customizing of neighborhood circulator buses to reflect the identity of

the neighborhoods they serve.

50. The City should strongly promote regional transportation policies that discourage region-

al sprawl and subsequent disinvestment in the metropolitan core.

51. The City should promote regional transit investments and operations that maintain good

linkages between business and labor and markets, including:

a. focus of high-frequency, large-bus, regular route service on areas with high population 

and job density,

b. support of the central corridor between downtown Saint Paul and downtown 

Minneapolis as the top priority for development of transitways — busways and/or LRT 

— in the region, and 

c. targeted reverse commuting.

56. The City should continue to work with regional transit agencies to ensure the transit sys-

tem design in the downtown results in bus travel that is an efficient and user-friendly,

therefore attractive, alternative to workers, shoppers, and visitors, while allowing smooth

traffic flow overall. 

57. The City should continue to participate in light rail transit (LRT) planning to ensure that,

when it is implemented, downtown Saint Paul will be well served, with low-platform

boarding, and with stations located and designed as integral parts of their surroundings.

72. The City supports a significant, long-term commitment by the State to reinvest in the

regional transit system, especially in ways that more equitably serve the transit-depen-

dent, the core service area and the eastern portion of the Twin Cities region.

73. The City supports adequate funding of both the bus system and LRT as complementary

parts of a multi-modal transit system.

74. The City supports a redesign of the bus system to provide excellent service along major

corridors (limited stop “spines”) and better intra- and inter-neighborhood service, with

continued strong focus on regular route service to the downtown, and general concen-
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tration on regular-route weekday service. Recommended corridors are illustrated in the

proposed Transit Corridor Map. (p. 45)

75. The City supports: 

a. focus of bus system marketing on the occasional transit rider to become regular rider,

b. the development of corridor service delivery and marketing plans which consider, in 

depth, the needs of potential riders in the corridor, 

and

c. development of route and system information which is easier to understand than the 

current information.

76. The City supports security measures at neighborhood and downtown transit hubs and

attention to security on buses.

77. The City supports regional policies that ensure, first and foremost, good service for the

transit-dependent. As the first priority for use of resources, new service should be

focused on lowest income neighborhoods. 

78. The City opposes any additional “opting out” of the regional transit system.

79. The City should promote the focus of reverse commuting services on major suburban

employers and city neighborhoods with high unemployment and should work with

region transit providers and other stakeholders to identify these.

80. The City supports the central corridor between downtown Saint Paul and downtown

Minneapolis as the top priority for development of transitways — busways and/or LRT —

in the region.

81. The City should continue to forward Saint Paul interests in economic development, sup-

port of neighborhoods, and serious improvement of the bus service in future regional

transitway planning efforts in order to produce a successful metropolitan transit system.

82. The City supports employer programs that encourage transit use by their employees.

99. The City supports transit service that is accessible, convenient and affordable for persons

with disabilities, as well as being cost-effective for the system.

Bicycles

3. The City should work with other agencies to invest in infrastructure and system manage-

ment that support transit, carpooling, biking, and walking. 

7. The City should work with other public agencies and the private sector to market transit,

carpooling, biking and walking, as well as flexible work hours and telecommuting. 

8. The City should promote voluntary provision of TDM incentives by private employers. 

9. The City should lead by example, by promoting transit, carpooling, biking and walking, and

flextime and telecommuting for its own employees.



16. The City should emphasize traffic system management (TSM) and TDM policies, particu-

larly at the regional level, to protect the functional classification of streets in Saint Paul

against further upgrade overall.

22. The City should continue to explore and implement useful TSM and TDM techniques in

congested parts of the system, where capacity improvement is not desirable; specifically,

the northwest quadrant of the city.

43. The City should continue to work with other agencies to enhance the design of trans-

portation improvements (streets, lighting, bridges, parking facilities, transit shelters, bike

paths, walkways) in accordance with community and neighborhood objectives. The City

should continue its practice of using a community-inclusive design process for major

transportation projects. 

64. The City should support biking as a means of travel to the downtown by providing bike

route accommodation into downtown, working with the downtown community to pro-

vide bicycle parking/storage at assorted locations, especially serving downtown parks

and museums, and by encouraging employer amenities and marketing.

83. The City should develop a network of interconnected on and off-street bike routes that:

a. provide safe and convenient access to work, schools and shopping,

b. tie neighborhoods together,

c. link up with bike routes in surrounding municipalities,

d. help complete a regional bikeway system, and

e. create linear parks with scenic vistas, historic and cultural interpretive opportunities, 

and connections to regional open space. (See Bikeway Plan, p. 47.) 

84. The City should continue and expand its efforts to secure state and federal funding assis-

tance for development of bicycling infrastructure.

85. The City should work with private interests to provide support infrastructure for biking,

including safe storage and personal accommodations for cyclists at work places.

86. The City should work to improve education of drivers regarding bicyclists‘ rights, and of

bicyclists (especially children) regarding their responsibilities, and to improve enforce-

ment of the applicable laws.

87. The City should market use of the bikeway system through distribution of informational

materials and promotion of bicycling events.

Pedestrian Ways

3. The City should work with other agencies to invest in infrastructure and system manage-

ment that support transit, carpooling, biking, and walking. 

7. The City should work with other public agencies and the private sector to market transit,

carpooling, biking and walking, as well as flexible work hours and telecommuting. 

8. The City should promote voluntary provision of TDM incentives by private employers. 
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9. The City should lead by example, by promoting transit, carpooling, biking and walking,

and flextime and telecommuting for its own employees.

16. The City should emphasize traffic system management (TSM) and TDM policies, particu-

larly at the regional level, to protect the functional classification of streets in Saint Paul

against further upgrade overall.

22. The City should continue to explore and implement useful TSM and TDM techniques in con-

gested parts of the system, where capacity improvement is not desirable; specifically, the

northwest quadrant of the city.

26. The City should use a neighborhood traffic management process to systematically

address neighborhood requests to “calm” or divert traffic, while maintaining necessary

access. The City should work proactively with the community to promote this process

and commit planning and traffic engineering staff resources to work closely with the

community throughout each neighborhood process. Community participants should

include residential, service and public safety interests, with participation organized

through the appropriate district planning council, and offer an array of techniques, such

as, but not limited to, those illustrated on pp. 38-43 of this plan. The City should work to

allocate adequate resources to this priority.

27. The City should explore a variety of traffic-calming road design options with interested

neighborhoods at the time that local street construction is being planned. 

28. The City should install “chokers” as standard design where streets in school zones are

reconstructed. “Chokers” (also known as “bump-outs”) are illustrated in the

Neighborhood Traffic Management Techniques section of this Plan (pp. 38-43). 

29. The City should promote its School Safety Program, which is a systematic, community

and school-based approach to slowing traffic near schools, in order to ensure the safety

of children crossing streets within a school zone. The School Safety Program should offer

education, enforcement, and engineering tools to calm traffic in school zones.

Participants in this process should include city traffic engineering and public safety

expertise, the project school‘s administration, the school parent group, and the appropri-

ate district council. The array of techniques found on pages 38-43 in this plan are offered

through the School Safety Program. In addition, the City should include the option of

installing a “key mechanism” at signal-controlled intersections to assist school children

in safely crossing busy streets when required by a school and appropriate district council. 

30. The City should continue its current adopted policy with regard to the installation of all-

way stop sign controls. This policy directs that all-way signs on collector or arterial road-

ways must meet appropriate spacing and traffic volume requirements and have district

council approval, and that all-way stop signs on local streets meet safety standards, are

supported by a neighborhood petition, and have district council approval.  

38. The City should incorporate in the principles recommended in Policy 13 (p. 10), streetscape

guidelines which emphasize enhancement of the neighborhood environment, particularly

its pedestrian quality, in accordance with its historical development patterns and current

uses, and which maintain and improve a feeling of personal safety among users. 
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43. The City should continue to work with other agencies to enhance the design of trans-

portation improvements (streets, lighting, bridges, parking facilities, transit shelters, bike

paths, walkways) in accordance with community and neighborhood objectives. The City

should continue its practice of using a community-inclusive design process for major

transportation projects. 

58. The City should make the downtown a more pleasant pedestrian environment through

sidewalk widening/street narrowing (where street capacity exists in excess of expected

development needs), special paving materials, landscaping, and signs.

65. The City should improve pedestrian linkages between downtown and adjacent neighbor-

hoods, the Mississippi River, and the Capitol area.

66. The City should incorporate the recommendations of the adopted Lowertown Small Area

Plan, the recommendations of the downtown portions of the Saint Paul on the

Mississippi development framework that improve the pedestrian realm, while ensuring

adequate vehicular access in support of downtown development. 

67. The City should work to ensure security, maintenance, uniform hours of operation, and uni-

form signage and maintenance in the skyway system. Continued development of the

downtown skyway system shall be in accordance with the General Policy Statement for the

Construction of the Saint Paul Skyway System. As stated in that policy, extensions to the

system should be evaluated on the basis of (a) the density of new development to be

served, (b) the architectural significance of the buildings to be connected, (c) the impact on

views of significant natural and built features, (d) the impact on at-grade pedestrian activity

and vitality, (e) the feasibility of alternative connections, and (f) the impact on system conti-

nuity; additions the system should employ the present standard exterior design.

68. The City should work with the downtown business community to develop adequate fund-

ing and operational mechanisms to ensure maintenance of streetscape improvements.

69. The City should make transportation investments based upon the Saint Paul on the

Mississippi development framework that

a. emphasizes pedestrian activity (at-grade and vertical),

b. directs that roads and bridges be carefully designed in order to establish the context 

and set the standard for private development,

c. provides strong connections between individual riverfront developments, and

d. provides strong connections between the riverfront and the downtown and adjacent 

neighborhoods.

71. The City should develop street/sidewalk design and management strategies that, in concert

with land use and development, extend the impact of the new Wabasha Street bridge to

create a pedestrian-oriented Wabasha corridor that ties the Capitol with the Concord/

Robert commercial area. (See Riverfront Development Framework — Concept Map, p. 37.)

88. The City should install new sidewalks where pedestrian safety, particularly that of children

and persons with disabilities, is at risk, to provide access to popular pedestrian destina-

tions, and, at a minimum, on one side of every street which has a functional classification

above that of local.
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89. The City should repair hazardous sidewalks as quickly as possible and investigate alter-

natives to the current repair policy (procedures and financing) in order to repair side-

walks more systematically and at a lower overall cost to taxpayers. 

90. The City should not remove sidewalks unless there is a compelling reason to do so.

91. The City should, with the U of M Center for Transportation Studies, MnDOT and the

Institute for Traffic Engineers, conduct a comprehensive evaluation to determine the

effect of signal timing changes, for longer pedestrian crossing times, on pedestrian safety

and traffic conditions, and, following City Council review, implement the recommenda-

tion resulting from this study, as appropriate.

92. The City should implement a neighborhood traffic calming program that includes educa-

tion, enforcement, and engineering resources to address pedestrian safety on streets and

alleys. (Also see Policy 26 and 27, pp. 13-14.)

93. The City should improve compliance with the existing sidewalk snow removal ordinance by

clarifying the responsibility for its enforcement within the City government and by initiating

an educational campaign/appeal to encourage voluntary compliance with the ordinance.

94. The City should use its development policies and design standards to improve the quality

of the pedestrian experience throughout the city. 

95. The City should continue to implement accident reduction improvements at locations

where pedestrian safety is at particular risk.

96. The City should continue to install ramped sidewalk corners as part of new sidewalk con-

struction and through a program of annual retrofit of the existing sidewalk system.

97. The City should work with other agencies to promote conformance with the requirements of

the Americans with Disabilities Act of 1990 as they pertain to transportation facilities.

98. The City should complete retrofit of the downtown skyway system so that it will be fully

accessible to persons with disabilities.

Land Use and Development

4. The City should guide land use development of the city in ways that reduce trips and pro-

mote use of alternative modes of travel.  

5. The City should ensure that its land use controls and other regulations do not unreason-

ably interfere with telecommuting.

6. The City should strongly promote regional development and transportation investments

that support alternative modes and reduce trips, in particular, a better regional jobs/

housing balance, and control of sprawl through restricted growth in transportation

capacities.



11. The City should use traffic controls, enforcement, design practices, and land use policies

to maintain the current function of streets, especially relative to one another, as desig-

nated and defined in the functional classification map (p. 33), specifically ensuring use of

arterials (principal, minor A and minor B) for longest trips, collectors for intermediate

and local trips, and local streets for local access. 

13. The City should assemble, for internal agreement and external communication, the set of

traffic engineering and urban design principles that guide the design and use of the street

right-of-way as determined by street classification, right-of-way availability, traffic vol-

umes, safety standards, and land use.

18. The City should compare the trip generation potential of proposed land use changes with

the ability of area streets to handle those trips and determine whether addition of street

capacity or demand management techniques are the appropriate approach when existing

capacity is insufficient. 

23. The City should design streetscape and operations in ways that alleviate the negative impact

of major streets on their surroundings, protecting pedestrian safety as the highest priority.

36. The City should limit negative impacts on residential properties in neighborhoods with

the greatest parking spillover from commercial strips by regulating land use and offering

the option of residential permit parking. 

37. The City should work with developers to plan access points and parking facilities for

business areas with sensitivity to affected residential neighborhoods.

38. The City should incorporate in the principles recommended in Policy 13 (p. 10), streetscape

guidelines which emphasize enhancement of the neighborhood environment, particularly

its pedestrian quality, in accordance with its historical development patterns and current

uses, and which maintain and improve a feeling of personal safety among users. 

52. The City should work to ensure targeting of public investment and economic develop-

ment incentives around major transit destinations and significant transfer points, includ-

ing LRT stations.

55. The City should consider vacating unnecessary streets, such as those platted and unpaved

or those that create short blocks, for housing or economic development opportunities.

The City should consolidate river crossings wherever possible to avoid any unecessary

additional impairment of views into and within the river corridor for its Saint Paul stretch.

71. The City should develop street/sidewalk design and management strategies that, in con-

cert with land use and development, extend the impact of the new Wabasha street bridge

to create a pedestrian-oriented Wabasha corridor that ties the Capitol with the

Concord/Robert commercial area. (See Development Framework — Concept Map, p. 37.)

94. The City should use its development policies and design standards to improve the quality

of the pedestrian experience throughout the city. 
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A.Traffic Assignment Zone Allocation of 2020 data: See Table A.

10.0Technical Appendix

Table A
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Table A continued
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B.Traffic forecasts to 2020: See Figure A. and B.

Figure A
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Figure B



C.Data showing number of lanes on the “A” minors and principal 
arterials: Except for Shepard Road, principal arterials are part of the
state highway or federal freeway system; lane information is available
from the Minnesota Department of Transportation. A table showing
number of lanes by street segment for all “A” minor city streets and
Shepard Road is on file at PED and at the Metropolitan Council.

D. Current traffic counts: See Figure A.

E. Analysis of existing and future traffic problems and solutions:
The city works in cooperation with the State on solutions to traffic conges-
tion occurring and projected on I-94, I-35E, Highways 61 and 280.  The
Policy Plan focuses on issues and strategies at the city level as follows:

1. Citywide.  
Problems: The most pervasive traffic problem is the impact of

excessive traffic on neighborhood quality of life. Due to growth and
regionalization of traffic on an already built system of streets, Saint Paul
streets operate at a higher function than originally envisioned, and at
higher volumes than those for which they were designed. Combined with
a  deterioration in driver behavior, particularly lack of compliance with
posted speed limits, traffic has become a serious neighborhood concern
throughout the city. Related problems specific to certain areas are park-
ing congestion, noise and concerns about air quality.

Solutions: The Transportation Policy Plan includes among its
major objectives travel demand management in order to encourage less
dependence upon the automobile, street capacity management to best
use the street system we have, and neighborhood protection measures
focused on traffic calming techniques to mitigate the negative impacts of
traffic on quality of life.   

2. Northwest quadrant of the city:  
Problems: Capacity analysis conducted for the transportation poli-

cy plan identified future traffic congestion on Raymond Avenue north of
University, on University between Cleveland and Raymond, on Snelling
Avenue north of Summit Avenue, on Lexington north of Pierce Butler, on
Victoria north of Como and on Dale between Minnehaha and Jessamine.
In addition, congestion exists on I-94 and 280.

Solutions: Since the capacity analysis was completed, improve-
ments have been made to Dale Street. Because capital solutions to cor-
rect congestion problems elsewhere in this part of the city would involve
serious community disruption, the Policy Plan rather identifies TSM/TDM
techniques as the most appropriate solutions for this quadrant. The

City of Saint Paul70



Snelling Corridor is one of the six primary transit corridors identified in
the plan, recommended for frequent, fast, reliable and efficient transit
service.  Portions of this corridor have population densities above nine
households per acre and high transit-dependent populations. It also has
a number of important transit destinations. The Plan identifies Snelling
north of  Pierce Butler and Lexington north of Minnehaha as future bike-
way path/bike lane facilities; Raymond north of University is identified
for future bike lanes. 

3. Northeast quadrant of the city.
Problems: The most significant traffic congestion problems

include White Bear Avenue for its length, and portions of Maryland
Avenue. Maryland Avenue consistently accounts for a high percentage of
traffic accidents in the city. There are also congestion problems on
Johnson Parkway north of E. 7th, Earl Street between E. 7th and Lawson,
Arcade between Minnehaha and Case and E. 7th near Minnehaha.
Capacity analysis foresees congestion along E. 3rd as well.

Solutions: The Plan does not recommend major capacity improve-
ments to White Bear Avenue; however, the city is currently developing a
White Bear Avenue corridor study/small area plan, which will be adopt-
ed as part of the comprehensive plan. Among other recommendations,
some specific improvements to address traffic problems are likely to be
included in the final plan. In addition, White Bear Avenue is also includ-
ed as a recommended transit corridor (primary to E. Maryland and sec-
ondary to E. 3rd.)

The Transportation Policy Plan recommends the construction of
Phalen Boulevard, which will be a new east-west route providing relief
to Maryland, Johnson Parkway, Earl, and East 7th.   

In addition to the transit corridors mentioned above, a primary East
Corridor is recommended as is a secondary corridor along E. 3rd.
Improving the attractiveness of transit in these corridors can help miti-
gate expected traffic pressures.

4. Southeast quadrant of the city, including the central business
district:

Problems: The downtown is Saint Paul’s major traffic generator
and access, parking, and circulation are critical factors for the economic
success of the downtown. The most serious traffic congestion occurs at
northbound ramps out of downtown, or during periods of special events
and downtown attractions. There are parking shortages in portions of
the downtown. 

The riverfront, while not currently a traffic problem, is poised for
major redevelopment.

Solutions: The transportation policy plan includes recommenda-
tions for working with the state on alleviating congestion. It calls for
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increasing parking supply where most needed, but also better manage-
ment of existing parking. The key response of the plan to downtown
transportation needs, however, is the promotion of transit.  

Riverfront-related recommendations of the plan encourage pedes-
trian-scale development and transportation investments.  

5. Southwest quadrant of the city.
Problems: Capacity analysis indicates Randolph and Jefferson near

I-35E/Ayd Mill Road, short portions of Snelling and Hamline, and E. 7th
Street approaching the river as congestion problems.  

Solutions: The Ayd Mill Road study will culminate in a recommen-
dation that will respond in part to the congestion near the southern ter-
minus of the road. Snelling has been addressed in the discussion of the
northwest quadrant. Planning for the Riverview Corridor is underway;
the Transportation Plan identifies this as a major transit corridor. 

F. Description of existing transit services and location of facilities.
Figure B illustrates the system of local and express service bus routes
serving the city of Saint Paul. Eligible individuals with disabilities also
have the option of dial-a-ride Metro Mobility service. Radial routes make
up most of the service. In addition to the major downtown hub, there is a
transit hub at White Bear and Larpenteur.

As is the case for the metropolitan area as a whole, there has been
significant decline in ridership on Saint Paul transit routes, with Saint
Paul citizens with a choice becoming more auto-dependent over the
years, and citizens without a choice bearing the burden of decreased
accessibility. The Access to Transit study conducted in 1993 found that
the existing model of bus service best serves work trips that stay in Saint
Paul, but that inter-neighborhood trips or trips to and from adjacent
communities are not well served by the transit system. The study report-
ed these limits to bus use: infrequent service, slow service, confusion
about service/schedules, lack of service to desired destinations, and per-
sonal safety concerns.

Service in the northern half of the city is currently under study as
part of the first Transit Sector Restructuring Study. The study concludes
that making the service more productive requires a simplified system,
maximized frequency where demand warrants, enhanced crosstown ser-
vice, and improved connectivity.

These findings are consistent with the transit-related recommenda-
tions of the Saint Paul Transportation Policy Plan. These recommenda-
tions support redesign of the bus system to provide excellent service
along major corridors and better intra- and inter-neighborhoods service.
They also support a continued strong focus on regular route service to the
downtown and general concentration on regular-route weekday service.  
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As noted, the Plan includes recommended primary and secondary
transit corridors where excellent, high-frequency service should be pro-
vided. These corridors are based on high population and job concentra-
tions, high concentrations of transit-dependent population, and high rid-
ership. The Plan supports focus of the bus system marketing on the
occasional transit rider to become a regular rider, on the development of
corridor service delivery and marketing plans which consider the needs
of potential riders in the corridor and development of route and system
information which is easier to understand.  

Both the Transportation Policy Plan and the Land Use Plan promote
land use development that supports alternative travel modes. They
actively encourage growth in corridors, as well as targeted public invest-
ment and economic development incentives around major transit desti-
nations and significant transfer points.
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